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FLORIDA STATE LI BRARY 


REPORT. 


To the Directors and Stockholders 
of the Florida Railroad Company : 


Tue work upon your road being expected to commence shortly, I 
have deemed it advisable to lay before you some views respecting 
the probable sources of its business. 

The route of the Florida railroad, or that part which for the 
present engages the efforts of the company, lies across the peninsula 
of Florida, from Fernandina, on the Atlantic, in latitude 30° 40’, 
longitude 81° 37', to Cedar Key, on the Gulf of Mexico, in latitude 
29° 07’, longitude 83° 03’. 

Its length, as determined by surveys of the United States 
engineers, will be one hundred and thirty-seven and a half miles. 

The track of the road will be laid upon an air line between the 
two terminal points, there being no natural obstacles to interfere 
with this purpose. . 

The maximum grade, adopted as a basis for the present estimates 
of cost, is fifteen feet; but with a very small additional expense this 
can be reduced to ten feet, and it is probable you may hereafter 
conclude to do so. 

The work will be constructed in the most solid and substantial 
manner, and laid with heavy iron, not less than sixty pounds to the 
yard. 

It is evident that the highest speed can be employed with safety 
for passenger trains; and that freights can be transported over this — 
level road with great economy. 

A survey of the route has-been lately made by the United States 
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Government, under direction of the War Department; and the 
report made to Congress by the Secretary of War is appended to 
this summary. (See Appendix A.) 


HARBORS. 


The ability of the road to secure a large business depends, in a 
great degree, upon the adequacy of the harbors for the commerce it 
will draw. 

Upon the Atlantic side, a deep water harbor is required for the 
class of ships usually employed in long voyages, with heavy 
cargoes. 

Upon the Gulf side, a harbor that will admit vessels capable of 
reaching the wharves of the ports from which the trade will be 
derived, and suitable for the Gulf navigation, is all that is needed. 

Fernandina, on the Atlantic, is one of the best ports for commer- 
cial: purposes south of the Chesapeake. It became known to the 
commercial world in 1811-12, during the American embargo law, 
as an entrepot of trade—its fine harbor, and the circumstance that it 
was a neutral port (Spanish) adjacent to the American waters, giving 
it advantage for the purpose. It is said that as many as two hundred 
square-rigged vesselshave been in port there at the same time. 

The entrance is easy with all winds; the channels (of which there 
are three) straight; the harbor deep, varying from twenty to fifty 
feet, and perfectly land locked; the anchorage extensive; the holding 
ground of the best description. The deep-water line reaches close 
the shore for a length of two miles; so that a continued wall, but 
little advanced from the line of shore, would give wharfage for two 
miles, with a depth of twenty to thirty feet at low water; and ware- 
houses can line the wharf front. 

The entrance from sea to the wharves will be about two miles, 
and from the plateau of the town the approach of vessels can be 
observed seaward’as far as a telescope can sight. 

The depth on the bar is stated in the report of the War Depart- 
ment annexed, to be “fourteen feet at low water, with a rise of 
‘water at ordinary tide of six feet, and at neap and spring tides of 
‘seven and a half to nine feet, thus giving a depth on the bar varying 
‘from twenty. to twenty-three feet.” 

Charleston has ten feet at low water; and Savannah has eight feet 
at low tide up to the wharves, and eleven feet at low tide up to the 
anchorage, where large vessels load, seven and a half miles below 
the town. Baltimore has sixteen feet, with a rise of tide of only 
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one to three feet. All these cities conduct, with great success, a 
large and increasing commerce. 

As compared, then, with other Atlantic ports of large commerce, 
it is evident that Fernandina is equal to any usual commercial 
requirement. 

Its ability in this respect is further evidenced by the following 
facts, namely : 

1. That of 10,430 vessels recorded upon Lloyd’s list in 1853, 
only thirty-three drew twenty feet or more. 

2. That of the vast number of vessels which entered the port of 
New York during the year ending June Ist, 1855, there were only 
eighty-nine pilotages by the New York pilots over twenty feet, 
(and this included -the frequent trips of the Collins steamers, and 
immense Liverpool packets,) and only seven exceeded twenty-two 
feet, the ordinary spring-tide depth on the bar at Fernandina—a 
result ascertained by reference to the record& of the New York 
commissioners of pilotage. 7 

3. That by an examination of the tonnage and draught of vessels 
that entered and cleared at Savannah for nine months terminating 
Ist December, 1852, it was found that the average draught for a vessel 
of 200. tons was ten feet, and for one of 600 tons was thirteen feet. 

It is thus apparent that there are very few ships, British or 
American, which could not load at the wharves of Fernandina to 
full draught, and depart with a suitable tide. 

The estimate of Fernandina as a marine harbor is shown from the 
fact that it was selected by the Engineer Bureau and War Depart- 
ment, with the sanction of Congress, as the first harbor south of 
Savafnah to be fortified; and a large fortification (Fort Clinch) is 
now in course of construction there. 

The report of the chief engineer of the United States Army of 
30th November, 1844, (Senate Doc. 28th Cong., 2d Sess.,) con- 
tains the following reference to the subject of the fortification on 
Cumberland sound, in which bay’ the harbor of Fernandina lies. 
Lhe fortification recommended was provided for, and is located upon 
a tract immediately adjoining the site of Fernandina: 

“Proposed Fort for the entrance to Cumberland Sound, Geor- 
‘gta.—The Executive has repeatedly approved the recommendation 
‘from this office for the commencement of a new fort on the coast of 
‘Georgia; and successive military committees have reported favor- 
‘ably on it. A very fine survey, recently completed by an officer of 
‘topographical engineers, of the mouth of the St. Mary’s river, or 
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‘of Cumberland Sound, (the entrance to ernandina,) confirms the 
‘opinion, long entertained, that this, the most southern harbor on the 
‘coast of Georgia, is also one of the safest and most accessible. 
‘There are three or four of the harbors of the same State which are 
‘amongst the best on the southern coast, both as regards depth of 
‘entrance and safety of anchorage, and all these must, as means can 
‘be afforded, be sealed up for our own use, and against an enemy. 
‘But as we are probably to begin with one only; I have to recom- 
‘mend the one above-mentioned. | 

‘Tt is probable that in two of the harbors alluded to there may be 
‘a rather greater depth than-on the bars of Cumberland harbor; but 
‘the two good entrances possessed by the latter, independent of a 
‘third for smaller vessels, the proximity of the bars to the shore, the 
‘geographical position of the harbor, together with other consider- 
‘ations, require, in my opinion, that the defenses be now placed as 
‘above indicated.” * 

He adds: 

‘This is our most southern port accessible to vessels of war, and 
‘is the nearest to the great channel of navigation flowing out of the 
‘Gulf of Mexico.” | : 

Cedar Key, upon the Gulf side, admits ten feet at low water, and 
twelve and a half at ordinary high tide. | 

Its quality as a commercial harbor is exhibited by the statement 
of the Superintendent of the United States Coast Survey, published 
with this. (Appendix B.) | 

It will be seen to be quite sufficient for all the requirements of 
Gulf trade, there being no commercial port on the north side of the 
Gulf with which Cedar Key would be in connexion, which ha$ over 
twelve feet at high water to the wharf, except New Orleans, which 
has, at the mouth of the Mississippi, at high water, fourteen feet in 
the best pass. (See the table prepared at the Coast Survey office, 
and contained in Captain Smith’s report of the survey.) 

A very important consideration, bearing upon the economy and 
advantage with which commerce can be conducted at these. ports of 
Fernandina and Cedar Key, is that the town sites of each are 
located upon a sea island, with full exposure to the sea breezes, and 
having no fresh water marshes in their vicinity; so that health may 
be relied upon. at all times of the year. The mild latitude in which 
they lie, and their high open sea location, renders the residence at 
either of them very agreeable and healthful throughout the year. 

The harbors and town locations. at the terminal points of the road 
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being suitable for commerce, attention may be turned to the business 
which the road will be likely to command. 


~ 


od 


LOCAL BUSINESS. 


The peninsula of Florida, or that portion of Florida lying east and 
south of the Suwanee river, is believed to be the most desirable 
planting country in the South, and is in progress of rapid develop- 
ment. 

In point of climate, it is shown by the meteorological statistics 
published by Surgeon General Lawson, United States Army, as 
derived from the diaries kept at all the ‘military posts, to have a more 
equable temperature in summer and winter than any other part of 
the United States. The mercury, as he states, rises higher in 
summer, and falls lower in winter, everywhere else where observa- 
tions were made, than upon the coast of Florida; and in point of 
equableness it surpasses Italy. ee 

As regards healthfulness, the vital statistics collected by the Gov- 
ernment with the census in 1850, shows that the peninsular portion 
of Florida exceeds every other part of the United States. (See 
letters from Superintendent of the Census, and Surgeon General of 
the United States Army, Appendix C.) 

The soil of the peninsula is very productive, and yields all the 
richest staples. 

It produces the long staple, or Sea Island cotton of commerce, 
over every part of it, with a productiveness surpassing the coasts of 
South Carolina and Georgia, to which this staple had been before 
limited ; and can supply any quantity of it to which the consumption 
can ever reach. . 

_ It produces sugar, with great advantage over Louisiana or Texas, 
having a superior climate for the cane; and has sugar lands enough 
to supply a large part of the consumption of the United States. | 

It produces a tobacco peculiar to its climate and soil, which com- 
mands in market from fifteen to seventy-five cents per pound. 

It has fine and extensive natural pasturages, and produces large 
supplies of neat cattle for market. 

It is a fine fruit and vegetable gardening region. Peas, and most 
other garden stuffs, blossom and bear throughout the winter. The 
value of this capability, when lines of steamers are established to 
New York, may be estimated from the fact that the Norfolk steamers 
carry on some of their trips over two thousand barrels of market 
stuff to New York, within which city, and in other towns convenient 


8 REPORT OF THE PRESIDENT OF 


to its markets, there are nearly two millions of people to consume 
the products of the garden carried there for sale. 

It has the most valuable forest woods jn great abundance—live- 
oak, red cedar, cypress, and yellow pine of the first quality. 

The road so crosses the peninsula as to command the transporta- 
tion business of a great part of the agricultural productions of the 
best part of it. And as it passes through a finely-timbered country, 
the naval store and lumber business will furnish large employment 
throughout the year. 

In addition to the immediate business of the country it will drain, 
it will derive a considerable, employment from its connection with 
other roads. The central road of Florida, which crosses the A ppa- 
lachicola river, near the junction of the Flint and Chattahoochee, 
and passes through the fine upland or short staple cotton country of 
West and Middle Florida, and adjacent to the southern tier of counties 
in Alabama and Georgia, crosses the track of the Florida railroad at 
a convenient point, making a connection both on the west and east 
advantageous to both roads. The work on the central road is 
ready to progress on the most important portions of it. 

The road from Tampa or Charlotte Harbor to Fernandina, will 
use a large part of the Florida Railroad, (probably eighty or ninety 
miles,) and will make a valuable connection southward. 

There can be no doubt that the local resources on the route will 
yield a remunerative return upon the cost. 


ss THROUGH BUSINESS. 


As a portage road for the great commerce in merchandise between 
the Atlantic and Gulf ports, and as a thoroughfare of travel, the 
Florida Railroad has a very great value. 

The rapidly increasing population, wealth, and commerce, of the 
Gulf States, and of that part of the Mississippi and Ohio valleys that 
trade through New Orleans, would soon leave in the rear any calcu- 
lations based upon their present commerce with the Atlantic ports. 
All calculations, therefore, based upon the present business, are 
entirely safe, for an annual increase in that commerce must continue 
for centuries yet to come. 

The custom-house returns of the coasting trade do not furnish data 
for precise knowledge of the amount and description of merchandise 
exchanged between these two sections ; but it will strike every person 
who is at all conversant with the commerce of the country, that the 
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exchanges of merchandise between these two great sections are of 
vast annual amount. 

Some idea of the intercourse between them may be derived from 
the tonnage employed in the trade. By the statement from the 
Treasury Department, (see Appendix marked D,) it will be seen that 
during the year ending June 30, 1854, there were cleared at the 
custom-houses of Boston, New York, Philadelphia, and Baltimore, 
for the Gulf ports in Florida, Alabama, Louisiana, and Texas 882 
vessels, with an aggregate tonnage of 453,378 tons, being an average 
of 1,448 tons for each business day in the year. Estimating that 
the same tonnage entered in the same Atlantic ports from the Gulf 
ports during that year, there would be an average entry and clearance 
of nearly 3,000 tons for every business day in the year. 

And the value of merchandise cleared in one year from the single 
port of New Orleans for Boston, New York, Philadelphia, and 
Baltimore, amounted to $17,663,422. 

To these figures is to be added the business of all the Atlantic 
ports south of Baltimore with the Gulf ports. 

The Teasury Department, in a communication dated in 1852, 
estimated the trade which passed through the Florida straits to and 
from the American ports on the Gulf of Mexico, at $ 325,000,000. 

The lines of railroad projected from Pensacola, Mobile, and New 
Orleans, to the interior, and most of which are in course of rapid 
construction, will increase still more the amount of business that will 
concentrate at those ports with the Atlantic. 

Can the Florida Railroad control any reasonable share of. this 
large commerce in its transit ? 

It can do so, if the transportation can be effected by this route 
with most economy, with most dispatch, and with most certainty. 
These are all elements in commercial values, and will always rule 
the channels of trade where they prevail to any appreciable 
amount. 

The only competition which the road must overcome, to enable it 
to control the through transportation between the Atlantic and the 
ports on the Gulf, will be the sea route around the capes of Florida. 

The distances used in all the calculations in this report will be 
taken from tables prepared at the Coast Survey office. 

The charge for crossing on the Florida railroad will be calculated 
at three cents per ton per mile; but being a cheap and level road, it 
could be afforded at a less charge if necessary’to meet compe- 
“ingn- | 
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The cost of water transportation is thus stated in the report of the 
State engineer of New York to the Legislature in 1854, 


Table of the cost of transport per ton per mile: 


J 


Ocean, long voyage... 6.2 oo... veces. 1 mill. 
Do. short CO siete Vacleiviereees cess ee 10 itn 4 « 
Lakes, long DOT ieisieislofert ene wa tes Srace ok 2 «6 
Do. short + 6051600 5 Ganon Enobed BOOBUEREE Hip ae ec 
Rivers, Hudson, and of similar character........ QE « 
Do. St. Lawrence and Mississippi. .: <0.'ts.... S 


Do. _ tributaries of MISSISSIPPI sie eos ve se oes 5 ito 10 & 

I will assume three mills per ton per mile as the average cost of 
water transportation under ordinary circumstances. 

The estimated cost of a transhipment, as ascertained at the points 
where large transfers of freight occur, is ten cents per ton. 

The rate of insurance from New York to New Orleans by the 
Florida route, as derived from comparison with rate for similar risks, 
would be seven eizhths of one per cent. 

The rate of insurance from New York to New Orleans round the 
capes of Florida, averages one and five eighths per cent. the year 
through. (See letter from Globe Insurance office, Appendix E.) 

The risks which cause the high rate of insurance to the Gulf ports 
are encountered in the straits of F lorida, upon the reefs of which 
the losses considerably exceed two millions annually. These risks 
are avoided by the Fernandina route. 

The estimated average value of one hundred pounds of merchandise 
of the various descriptions the Fernandina route would compete for 
in the transport business from the Atlantic to the Gulf ports, is stated 
in the handbill advertisement of the Union Express Company of 


New York to be, as follows: 
: Value per 100 lbs. 
Dry-goods, (general GSSOMLMENE) ile a sceecec ce ccc ston $50 


Books and stationery, (common BLOCKS) res oct terete? 
Boots and shoes, (average VENUS) bs Gone mente Sra in ip 
General stock of groceries, (excepting such articles as would 
generally come from the WAC) crs inaey memanee Ole 
Druggists: and grocers, (city ASSOMLMENt) ves a ciscleeme rns ead 
Hats, caps, and furs, (general ASSOFLMENt) es eiccccccceee. SE 
Hardware, (shelf goods Senerally) ee cse ecco ete Sere. 8G 
The average value of merchandise included in the above list would 
thus seem to be in round numbers eleven hundred dollars, /ty (Gr, 
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With these various data as a guide, we may now try the ability of 
the Fernandina route to compete with the water route around the 
capes. ) | 
The test is met in a striking and conclusive manner by the fact 
that merchandise, specified in the foregoing list, can be transported 
by the Fernandina route profitably for the difference in the insurance 


between the two routes. So that it would be cheaper to the shipper 


(besides the value of greater celerity and certainty) to pay a remu- 
nerative freight on the Fernandina route, than to ship by the sea 
route WITHOUT ANY CHARGE OF FREIGHT. : 

The calculation in the form of figures is as follows: . 
Insurance on a ton of freight of the average value of $1,100 by the 

sea route at one and five eighths per cent.............817 874 
Insurance on same by Fernandina route at seven eighths of 

ONE PEL CEN. eee ee cece ce eeee cece eeeeeeeeseeese 9 G2 


Making a difference of insurance in favor of the Fernan- 
dina route upon a ton of assorted merchandise of....... $8 25 


Now, the freight transport between New York and New Orleans 
would be as follows: 
New York to Fernandina, water, 761 miles, at 3 mills...... $2 28 
Fernandina to Cedar Key, railroad, 138 miles, at 3 cents..... 4 14 
Cedar Key to New Orleans, water, 399 miles, at 3 mills.... 1 17 
Twoireshipmentsia:s .cetec esses eene cet: aisles cele 'cie's Meee OO 


“7 79 
The comparison then would stand thus: . ; 


Difference‘ofsinsurance ¢.:<.ccs se cec chek ee. ooo e BO 2D 
Freight from New York to New Orleans by Fernandina route, 7 79 


46 


So that the freight charge from New York to New Orleans upon 
a ton of assorted freight of the average value of $1,100, would be 
46 cents less than the insurance saved by employing that route; and 
it should be borne in mind that much of the freight to be transported, 
especially dry-goods, will very far exceed in value $1,100 per ton. 

It is evident, therefore, that it would cost a shipper more to deliver 
his merchandise at New Orleans by the sea route, if he paid no 
freight at all, than by the Fernandina route, paying the full freight. 

But this would not be the only advantage of the Fernandina 
route. It would also have the advantage in celerity and certainty. 
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Freight from New York could be delivered in New Orleans by 
the Fernandina route with great ease in six days, while the average 
sailing time around would be over twenty days, and the average 
steaming time nine days. And as the travel would admit of a daily 
line, and as about seven hundred miles of sea travel, with all the 
Vicissitudes of winds and dangerous navigation, would be avoided, 
the certainty and regularity would be infinitely greater. 

The value in commercial estimation of speed and certainty is 
shown by the fact that shippers pay now, by steamer from New York 
to New Orleans, thirty cents per cubic foot in preference to ten cents 
by sailing vessels, which is the established difference. At this differ- 
ence of three to one the steamers have driven out of use a great part 
of the lines of sailing packets that formerly plied between New York 
and New Orleans. 

No daily line of steamers between New York and New Orleans 
could compete with the Fernandina route, because the steamers 
required for the long voyage round, daily service, would be greatly 
more numerous and costly than those which will answer for the 
Fernandina route, because the great amount of fuel required for the 
long voyage would greatly diminish the capacity for freight as com- 
pared with the other route, and because the cost of insurance on the 
ships and their running expenses would be comparatively so much 
greater. Besides, the cost of transporting freight on the Fernandina 
route would be greatly lightened by the large travel which would 
follow the line, and by the local business of the road. 

But the through freight which the line will attract is not limited to 
that which is destined for the Gulf ports and the country immediately 
adjacent. It must draw a large transportation business from New 
York for the whole valley of the Mississippi. And if in what follows 
it is shown that the line can carry freight from New York to the 
Mississippi valley cheaper than other routes, the same proofs will 
show its ability to carry back-freights cheaper, also, 

The amount of transportation business between the Atlantic ports 
and the Mississippi valley is hardly computable. Some idea may be 
formed from the fact stated to me by a merchant, that a single house 
in St. Louis makes purchases in New York annually to the amount 
of one and a half million of dollars. Already the press of freight 
_ Westward is so great that the various lines pointing in that direction 
through New York, Pennsylvania, and Maryland, have ceased to be 
competitors, all of them being well employed, and haye combined to 
raise charges at uniform rates for through freights. This affords 
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pregnant proof that the time has already come when new avenues 
for accommodating the transport business between the Atlantic and 
West are imperiously demanded. Indeed, it may be assumed that 
the increasing business growing out of the rapid settlement of the 
West, will furnish reasonable employment for a new avenue of trans- 
portation in every period of five years. In the rapid advance of 
population and commerce along the lines of road now in operation, 
it is doubtful if, in the course of some years, these long lines to the 
interior can do more than furnish transportation for the country 
immediately adjacent to them. Tracks can be multiplied across the 
Florida peninsula at small comparative expense, and the rest of the 
route being open water, the increasing necessities of commerce for 
transportation may be thus met, and no otherwise so well. 

The Fernandina route, then, will open a new and available channel 
between New York and the valley of the Mississippi. 

In illustration of its ability for this business I will take St. Louis 
as the point of destination, because, if freight can be delivered at St. 
Louis to advantage as compared with the inland routes, so much the 
more evident it will be that at Memphis, Cairo, Natchez, and Vicks- 
burg, and all the Mississippi country below St. Louis, the advantage 
of the Fernandina route over others will be still greater. 

Let us settle first the cost and time in delivering freights from 
New York, at St. Louis.. We will adopt for this purpose the line 
which professes the greatest speed, namely, the Merchants’ Despatch 
line; and in order that no doubt may exist as to the data of the 
calculation, we will take a bill of lading for fifty boxes of dry-goods, 
as furnished to a house desiring the information, and the letter that 
accompanied it. 

The inquiry was, at what cost and in what time they would 
deliver fifty boxes of -dry-goods at St: Louis. The reply was as 
follows: 


“ Mercuants’ Despatcu, New York, June 15, 1855. 


‘Assuming that the dry-goods referred to are in boxes, we state 
‘that we will give forwarding bills for the same, agreeing to deliver 
‘them in St. Louis in eleven days, (Sundays excepted,) at $2 65 
‘per hundred pounds. . 

“<The route will be, People’s Line Steamers to Albany, railroad 
‘to Buffalo, steamer to Detroit, railroad, via Chicago, to St. Louis— 
‘four reshipments. 

“Should you send by our despatch, please mark them «Mer- 
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‘chants’ Despatch,’ and ship by People’s Line. For their receipt 
‘we will furnish forwarding bill as inclosed. 


“ Yours, respectfully, A. H. LIVINGSTON, Agent.” 


With the letter was inclosed a pro forma forwarding bill as fol- 
lows: 


“Received of L. A. & Co., by the Merchants’ Despatch, on 
‘board the People’s Line, in apparent good order, the following 
‘packages, being marked as in the margin, to sdy, fifty (50) boxes, 
‘to be forwarded in like good order, (dangers of navigation and from 
‘fire excepted,) to St. Louis only, he or they paying freight for the 
‘same, at the rate of $2 65 per hundred pounds. Five cents per 
‘hundred pounds deduction being allowed for every day’s detention 
‘over eleven days, in forwarding as above, unavoidable delays and 
‘Sundays excepted. 

“This receipt is not binding unless the freight for which it is 
‘given is marked « Merchants’ Despatch.’ 

“ Dated, New York, ae 23195 Bes 

«For the Proprietors, 


‘Cabinet ware, boxed, carriages, boxed, children’s wagons, boxed, fancy 
‘paper boxes, boxed, musical instruments, boxed, sleighs, boxed, toys, boxed, 
‘and trees and shrubbery, domestic packages, will be rated at once and half actual 
‘weight. Chairs, boxed, looking-glasses, boxed, show cases, boxed, baskets, 
‘hobby-horses, and children’s wagons, unboxed, and willow ware, will be rated at 
‘twice actual weight. 

‘* Glass, wrought marble, fragile fabrics, and perishable articles, will be taken 
‘only at owner’s risk. No damage will be allowed for loss arising from improper 
‘packing, insufficient cooperage or Strapping, or for detention or loss caused by 
‘defective marking, or where the marks or directions on packages are made on 
‘ paper or cards. | 
- No allowance for deficiency of lemons or oranges, if not covered with canvas, 
‘will be made. No package will be taken for less than 50 Ibs., unless forming 
“part of an invoice; nor if part of an invoice, for less than 25 lbs.” 


Thus it will be seen the rate of transportation charged is fifty- 
three dollars per ton, the reshipments four, and the time eleven days, 
Sundays excepted, which would make the actual time generally 
thirteen days. 

It will be observed: 

1. As to charge; that a large class of goods, as appears by note 
at foot of forwarding bill, are rated at twice actual weight, and 
others at once and a half, being respectively $106 and $79 50 per 
ton freight. | 

2. As to liability,; that glass and other fragile fabrics, which are 
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more liable to breakage on railroad than on water routes, are at 
owner’s risk. 

3. As to time; that unavoidable delays are excepted, and that the 
forfeit is only one dollar per ton for each day’s delay; so that after 
being at the trouble of proving the delay to have been avoidable, 
(which few shippers would undertake,) there may be a delay of 
thirteen days, (making twenty-five days for time of transportation, ) 
without reducing the freight below forty dollars per ton. 

It will be observed, also, that the water route is used on the 
Hudson river and on Lake Erie, so that it may be presumed in 
winter, when the waters are frozen and the roads crowded with 
business, the cost would be more and dispatch less. 

We may now see at what rate and in what time the Fernandina’ 
route can participate in the transport business between New York 
and St. Louis. 

From New York to New Orleans, as estimated before for one 


Transhipment at: New: Orleans etree’ cece seve ies Cae se 10 
From New Orleans to St: Louis, 1 212 miles, at 3 mills .... 3 63 


Being for cost of transportation from New York to St. Louis, $11 52 


In low stages of water on the upper Mississippi, goods destined 
for St. Louis could be landed at Memphis, and thence transported 
by railroad. 

As regards time, the delivery in New Orleans can be easily made 
as before stated, in six days, and seven days would allow full time 
for reshipment and delivery at St. Louis from New Orleans, making 
thirteen days. 

It will be observed that there are only three reshipments upon this 
route, while upon the other there are four. 

The result is, that with equal speed freight can be transported 
upon the Fernandina route from New York to St. Louis for $11 55 
per ton, as compared with $53 per ton on the inland route; leaving 
a margin of $41 45 per ton for additional charge. 

Nor is the business in through freights which this route can profit- 
ably do, confined to the Mississippi valley. The circuit of trade in 
which it may legitimately share, extends to the Ohio valley, as high 
as Louisville, and to the lakes at Chicago. 


1.—As to the Ohio Valley. 


Taking Louisville as a point for comparison— 
The charge from New York by railroad to Louisville is $42 per 
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ton ; time, twelve days; three reshipments ; five cents per hundred 
pounds forfeit. 


The time may be extended to twenty days, and, deducting the 
forfeit, the charge would be stil] $34 per ton. 


Now, take as before the cost from New York to New Orleans, by 
the Florida route... .. OATS wesc bee ce gee: 222- QT 79 


New Orleans to Louisville, 1,41] miles, at 3 mills......... 4 23 


Making<’. 5 sectee Paerin es ee ee He ee woee's MID 1D 
as compared with $42 by railroad. 
In regard to time, fourteen days would be ample time by the 
Fernandina route. 
OF course, for all points on the Ohio below Louisville, as well as 
to Nashville, on the Cumberland river, the comparison will be still 
more in favor of the Florida route, 


2.—As to the Lakes at Chicago. 


The charge from New York to Chicago, by railroad, is $34 20 
per ton. 

When the lake navigation is closed by ice, which is the case for 
five months in each year, and the railroads are overcrowded with 
business, as will often be the case, the Florida route wil] be an 


Freights from New York can be delivered at the depot of the 
Illinois Central railroad, in Cairo, by the Florida route, for $11 01 
pet ton; and heavy produce can be delivered at F ernandina, from 
Cairo, at $8 43 per ton. 

The navigation between Cairo and Cedar Key is always open. 

_ Another large item’ of through freight which the road will com- 
mand, consists in provisions for the supply of the southern Atlantic 
planting States, and the West India and South American markets, 
Provisions can reach those markets of Consumption cheaper, and to 
more advantage, through Fernandina, than by any other channel, 

The advantage which Fernandina possesses in the West India 
and South American trade is owing to the fact that it lies on. the 
northern edge of the northeast trade winds, and has, therefore, at all 
times a fair wind going to, and returning from, the West Indies and 
South America, A vessel from New Orleans, bound to any of 
those ports, is obliged to come through the Florida straits, and make 
the neighborhood» of Fernandina before she can take her course. 
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While, on the other hand, a vessel from any of the ports of the 
Atlantic north of Fernandina, bound to those ports, has to pass 
through the belt of calms, denominated by Lieutenant Maury the 
‘¢Calms of Cancer,”’ and reach the latitude of Fernandina before 
she takes favoring winds. 

The trade in provisions with the West India Islands and South 
America, may be judged from the fact that, in the three years of 
1849-’50-51, the exports of the single article of flour from the 
United States to those countries amounted to 2,362,000 barrels, or 
nearly two and a half million; and Fernandina being within the 
belt of the trade winds, which extends to all those countries, is . 
better situated for this business than any other port of commerce 
in the United States. 

Another of the chief items of through freight will be in cotton 
from the Gulf. 3 

Of 3,624,000 bales, the crop of 185253, 2,413,000 went from 
the Gulf ports. We may estimate the part of the cotton crop which 
would properly find its way to the Atlantic through the Gulf, without 
disturbing causes, at 2,500,000 bales. 

Two hundred thousand bales of this would be generally required 
at the northern Atlantic ports, for home consumption, and would 
furnish back freights for the steamers engaged in conveying merchan- 
dise from the Atlantic to. the Gulf. 

Nor is it unlikely that a considerable part of the cotton from the 
Gulf destined for Europe would take its departure from Fernandina. 

Fernandina is a healthy locality, a good and convenient shipping 
port, and made convenient to the Gulf by means of this straight level 
road, which may be considered as an extended wharf from the Gulf 
to the Atlantic. 

For all the cotton of Texas and Appalachicola, it will certainly 
be the most convenient shipping port ; and for New Orleans, Mobile, 
and Pensacola, it will be also convenient. 

Economy of transportation, other things equal, will always decide 
the channels of commerce. 

The average difference of freight to Liverpool from New Orleans, 
as compared with Charleston and Savannah, is about half a cent per 
pound, in the regular course of business. Shipments can be made from 
Fernandina even more cheaply than from Charleston, because, having | 
deeper water, vessels of larger burden can be employed in the trade. 

The difference of insurance would be 55-100 of one per cent. 
(See statement of Globe Insurance office, in Appendix.) 

2 
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The cost of transferring cotton from New Orleans or Mobile to 
Cedar Key would be six dollars and four cents a ton, including 
insurance and all expenses, delivered alongside a ship at Fernandina. 

The account, then, would stand thus, as between a shipment from 
New Orleans direct to Liverpool, or by the way of Fernandina: 
Difference of freight on a ton of *,000 Ibs. at 1 cent...... $10 00 
Difference of insurance, estimating the ton to be worth 

$200, at 55-100 of 1 POU COL ieieeieiies ete eee 110 

11 10 
Less cost of transfer from New Orleans to Fernandina..... 6 04 


Amount saved on each LON weiccceisece sels cecil c es $5 06 


Now, estimating the quantity of cotton shipped from the Gulf at 
600,000 tons, the saving upon a crop, by using the Fernandina route 
to Liverpool, would be three million thirty-six thousand dollars, 
($3,036,000.) Or, upon a cargo of 1,500 tons, there would be a 
saving of $7,590. 3 

To this should be added the difference in interest by shortening 
the voyage to Liverpool, and the difference of exchange in favor of 
an Atlantic port of shi pment. 

The following extract, from the last report of the Board of Internal 
Improvement in Florida, may not be without interest in this con. 
nection: ° 3 

“ No inconsiderable circumstance in determining the advantage of 
“our routes for conducting the business of the Gulf basin is, that 
“none of the points at-which the produce now collects are suited for 
‘a large foreign commerce. Galveston admits less than 12 feet, the 
‘Mississippi only about 13 feet, and not more than 10 feet can be 
‘carried to Mobile at high water, 

“The difficulty of conducting foreign commerce from New 


‘therein stated, that «within the last few weeks nearly forty ships 
‘have been aground on the bar, for various periods, from two days 
‘to etght weeks, some of which were compelled to throw portions of 


‘expense to the goods, and great straining and injury, besides 
‘involving pecuniary losses which cannot be estimated at less than 
© $500,000.’ ; 
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“At the time of the grounding of the steamer Georgia, Captain 
‘Porter, United States Navy, prepared a draft ‘representing the 
‘appearance of the bar of the Mississippi river, May 16, 1852,’ 
‘which was published by order of the Chamber of Commerce of 
‘New Orleans. The explanation printed with the draft stated as 
‘follows: nal . 


Vessels on New Orleans Bar. 


Tons. Bales Cotton. Value. » Detained. 
Middlesex......... 1,430 4,500 $160,000 40 days. 
Desdemona....... - 625 2,200 80,000 35 <« 
Winchester ........ 1,475 5,800 205,000 83 
Progress > Sis sac ¢ 1,400 4,300 105,000 45 « 
Goodwin 3.5.22. 600 800 60,000 Gans 
Montreuil ......... 600 2,000 70,000 7 « 
Liberty,./025 ee 740 2,000 70,000 Deas: 
Steamer Georgia... .2,50 
Total cargoes..... fie toreieislelede sisleleicie'e sc $795,000 
Value of: vessels) 2.).00 . i, eee ns 705,000 


Or aggregate value of property detained.. $1,500,000 


“It is added, in a note to the above table, that ‘many other 
‘vessels than those above were aground at the same time, awaiting 
‘a swell from southeasterly gales,’ 

‘Nor is Mobile better circumstanced for heavy commerce. Ina 
‘memorial from the mayor and citizens of Mobile, lately presented 
‘to Congress, it is stated that vessels of heavy draught have to lie 
‘twenty-eight miles below the city, and are loaded and discharged 
‘there by means of lighters. This charge of lighterage only is shown 
‘to have amounted to $227,000 on the commerce of the previous 
‘season. ‘This is not the greatest loss. The memorial enters into 
‘a calculation to show the damages done goods and produce by the 
‘necessary transhipments, and concludes that cotton at Mobile is 
‘injured to the amount of one eighth per cent. per pound in compari- 
‘son with shipments to New Orleans, which, on the crop of the 
‘previous year, made a loss of $167,230; which, added to the 
‘lighterage, makes an aggregate loss on foreign commerce from this 
‘cause of $394,628. The injury to domestic trade is put at 
‘$107,791 more, thus swelling the annual injury in conducting 
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‘commerce at Mobile, from deficiency of harbor, to $502,599—a 
‘sum sufficient to have transferred the cotton shipped from Mobile, 
‘from her wharf, to Fernandina. 

“‘ Besides which, the interruption of business by a climactic mor- 
‘tality at Mobile and New Orleans, from which Fernandina would 
‘be exempt, must more or less affect the cost of factorage, freight, 
‘and facilities of business. 

“The effect of our improvements will be, practically, to furnish 
‘the Gulf with a good Atlantic port by an extended wharf; and it is 
‘not doubted that, in progress of time, the Gulf ports will find their 
‘interest in a common resort to F ernandina as their seaport for 
‘foreign trade.” 


THROUGH TRAVEL. 


This road will open a new and valuable line of travel: 
I. Between the Atlantic and New Orleans. 
IT. Between the Atlantic and Cuba. 
III. Between the Atlantic and the Pacific. 


I.—BETWEEN THE ATLANTIC AND NEW ORLEANS. 
Two routes may be used to Fernandina, the sea-board land route, 
or the water route. 


1.—The Sea-Board Land Route. 


The details of this route, when developed, will be as follows: 
New York to Norfolk, by air-line railroad, (to be constructed.) 
Norfolk to Wilmington, railroad, (constructed.) 

Wilmington to Charleston, via Wilmington and Manchester rajl- 
road, (constructed,) and Northeastern railroad, (nearly completed.) 
Charleston to Fernandina, water. 

Fernandina to Cedar Key, railroad. 

Cedar Key to New Orleans, water. 

The time in which it is assumed the travel can be performed on 
this route rests upon the following data: 

1. Letter from President Torrey, as to estimated time on the air- 
line road to Norfolk. (See Appendix F.) 

2. The assurances of the Presidents of the roads between Norfolk 
and Charleston. 

3. The speed on water as guarantied by George Steers, Esq., one 
of the most distinguished naval constructors in the country—the 
builder of the celebrated yacht America. (Appendix G.)i> 8 
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4. The ability of the Florida railroad for speed, being an air line 
and nearly Jevel, and to be laid with heavy iron, (60 Ibs. to the 
yard.) 

The table of time is as follows: 

NewYork to Norfolk. \5.. wccsiccce ck el 2 hours: 
Norfolk to Charleston, (including changes)....19  « 


Charleston to Fernandina, do. Otitis wena 
Fernandina to Cedar Key, do. oo 45 
Cedar Key to New Orleans, do. se tO 7166 

an 74 


¢ 
or two days and seventeen hours. 


If the Mexican Gulf railroad, now in operation from New Orleans 
to Lake Borgne, is extended to Cat Island, its contemplated termi- 
nus, the time to New Orleans can be still further reduced. 

The prospect for the construction of the air-line road between 
New York and Norfolk may be inferred from Mr. Torrey’s letter. 
(Appendix, F.) . 

-If the air-line’ road is not made, the route and time would be as, 
follows : | 


New York, via Philadelphia, Baltimore, Washington, Petersburg, 
Wilmington, &c., as before by railroads already in operation. 

New York to Charleston, the distance being by the railway guide 
814 miles, at an average speed of twenty miles per hour...41 hours* 

Charleston to New Orleans, as before. ..... ..ecee.. 34 & 


75 « 
or three days and three hours. 


If it is objected that eighteen miles per hour between Charleston 
and Fernandina, and twenty miles on the Gulf, is more than can be 
made, then, calculating at fifteen miles per hour on water, the prac- 
ticableness of which is beyond any dispute, the time would be as 
follows: 


If the air-line road is made........... ...78 hours. 
If; it istnot: made vi. a riscineces tt. ss ce ee SOT 
or three days and eleven hours, in the worst possible aspect, to wit: 
that no other roads are made than are now done, or nearly so, and 
that only fifteen miles per hour can be made on the water. 
But that twenty miles an hour can be made on the Gulf, and on 


*If the proposed road from Baltimore to Aquia Creek is made this distance wil] 
be reduced thirty miles. 
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the short passage between Charleston and Fernandina, is made very 


certain, not only by the guarantee offer of Mr. Steers, but by the 
fact that the first-class boats on Long Island Sound and on the lakes 


are stated to make that speed now. 


2.—The Water Route. 4 
New York to Fernandina, water............ - 761 miles. 
Fernandina to Cedar Key, railroad........... 138 « 
Cedar Key to New Orleans, water........... 400 « 
. | 1,299 « 


If Mr. Steers’s speed is adopted, the time by this route would. be 
as follows: 
New York to Fernandina, at 18 miles per hour, 42 hours. 
Fernandina to Cedar Key, (including change,).. 44 « 
Cedar Key to New Orleans, do. » 204 « 


2 67+ «<< 
or two days and nineteen hours. 

If only fifteen miles per hour is allowed, the time would be eighty- 
three hours, including changes, or three days and thirteen hours. 

The present schedule time of mail service between New York 
and New Orleans is six days, but the failures are very frequent. It 
is conveyed all the way by railroad, except from Montgomery to 
Mobile by stage, and Mobile to N ew Orleans by water. 

It is believed, therefore, that this route for travel between New 
York and New Orleans will not, in practice, be surpassed by any 
other probable line. 

The only line capable to compete with it will be the contemplated 
interior line via the Virginia and East Tennessee railroad, when all 
the links of that line are filled up. And it is not out of place here 
to remark, that the probabilities are favorable to the completion of 
the air-line road between Norfolk and New York, on the sea-board 
route, in advance of the completion of the links upon the interior 
line. 

But these lines will not, in fact, be competitors. They will be 
the two great leading conduits of travel between New York and 
New Orleans—both desirable—both useful—both necessary—both 
patronized. The one the great interior line—the other the great 
sea-board line, dividing the travel according to the particular fancy 
or convenience of the traveler. But as regards the travel between 
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New Orleans and all that part of the Atlantic south of Washington, 
the Florida route will of course be the exclusive carrier, 

The sea-board line will have attractions over the other, and over 
all interior lines, in the following regards : 

1. The greater variety in the route, which can be used to accom- 
modate the business and pleasure of the traveler. He may go by 
water all the way from New York to Fernandina; or he may go by 
water from New York to Norfolk, (in first-class steamers, now 
running,) and thence by railroad to Charleston; or he may go by 
railroad to Baltimore, and thence by daily steamers to Norfolk, now 
running ; or he may go by railroad through Philadelphia, Baltimore, 
Washington, Richmond, &c., to Charleston; and from Charleston” 
he can go by water to Fernandina; or by railroad to Savannah, and 
thence by water, on inland route, (without going to sea at all,) to 
Fernandina ; or via Savannah, all the way by railroad, to Fernandina. 
The road between Charleston and Savannah is organized, and in 
fair progress towards construction. The road from Savannah to 
Altamaha river is in rapid progress to completion, and thence to 
Fernandina, only about fifty miles of road is required to be made 
over a level country. 

2. The greater physical comfort. The travel on the sea-board 
route can be so arranged as not to lose any nights’ rest, or only one, 
at most; and this without abating progress. The traveler can go 
all the way from New York to Fernandina and lose no rest; or he 
can go from New York to Baltimore, and take the night boat to 
Norfolk, in which case a part of one night between Norfolk and 
Charleston would be the only interference with his regular rest. As 
compared with a continuous night and day travel by railroad for 
several days in succession, this is an advantage which every traveler, 
especially if accompanied by a family, will appreciate. 

3. Greater certainty. If the steamship route from New York to 
Fernandina is taken, the line from New York to New Orleans being 
continuous, would be liable to no breaks or delays, as the trains and 
boats, being controlled by one interest, would wait each other. If the 
traveler goes via Charleston, that part of the route between Charleston 
and New Orleans would be continuous, and not liable to interruption. 
Upon any entirely interior route, a disconnection at any one of the 
numerous links composing the line, would cause a delay of twenty- 
four or twelve hours, according as the line was, daily or twice 
daily. 

4. It would be a more healthful and agreeable route as to climate. 
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In winter a traveler would keep the mild sea-board climate to 
Charleston, and from that point he would pass through a springlike 
climate all the way to New Orleans. . 

Upon the interior route he would be passing through a cold, 
mountainous region, until he reached the lower part of Alabama and 
Mississippi. | 

In summer, as soon as he reached the malarial latitude, he would 
take the sea at Charleston, and keep it, with its healthful and 
agreeable breezes, all the way to New Orleans, except the brief 
transit of four hours across the Florida peninsula, which has the 
salubrity of a sea island. 


As the only necessary railroad travel between New York and 
New Orleans would be one hundred and thirty-eight miles, the 
traveler could be transported with profit for nearly one half less than 
upon a continuous railrqad line. Or if the railroad travel was used 
as far as Charleston, the balance of the way being by water except the 
Florida railroad, it would be proportionably cheaper than the interior 
line, 

These considerations induce a belief that the Fernandina route 
would attract a fair share of the travel between New York and New 
Orleans, and so also as to other ports upon the gulf, 


IIL—BETWEEN THE ATLANTIC AND CUBA, 


The travel between the United States and Cuba is already very 
large. The independence of Cuba as a Tepublic, or its annexation 
to the United States, would be followed by a stream of intercourse 
only paralleled by that which followed the acquisition of California. 
Besides this, the lines of Steamers between Havana and the other 
West India Islands, and Centra] American coast, makes that a 
convenient point of concentration for the travel between that whole 
region and the United States. 

The distance from Cedar Key to’ Havana is 359 miles, which, 
at 20 miles an hour, would require 18 hours, or at 15 miles an hour 
would require 24 hours, | 

A single steamer between Cedar Key and Havana would in either 
case easily perform a trip twice a week, 

The advantage which this means of communication with Cuba 
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will have over every other, will be, that with a separate investment 
of the cost of one steamer only a.twice-a-week travel can be accom- 
modated, or with three steamers’a daily service can be performed. 


III.—_BETWEEN THE ATLANTIC AND PACIFIC. 


The crossings to the Pacific will be at Panama, Nicaragua, 
Honduras, or Tehuantepec. 


I.—Panama. 


Project an air line from Cedar Key to Aspinwall. It crosses 
directly over Havana on the north side of Cuba, and Batavano on 
the south side, where there is a sufficiently good steamer harbor. 

There is a railroad now in operation between Havana and 
Batavano. 

The distance between Batavano and Aspinwall is 817 miles, which 
at 20 miles per hour, would be performed in 41 hours, and at 15 
miles an hour, in o4i. 

Three steamerg then would easily perform a twice-a-week service 
between Batavano and Aspinwall. 

As the twice-a-week service between Cedar Key and Havana 
would be sustained by the Cuba travel, the only separate investment 
required for carrying the mails and passengers from the Atlantic 
States to Aspinwall would be in three steamers, which need not be 
as large and costly as the ships employed for the long voyage from 
New York to Aspinwall. 

Compare the cost of these three ships and their annual mainte- 
nance with the cost of the ships that would be required for a twice- 
a-week ‘service direct between New York and Aspinwall and their 
annual maintenance, and it will be seen that no such line could 
compete with the rates at which passengers and mails could be 
carried to Aspinwall by our route. 

But if it may be supposed that in the present disturbed state of 
Cuba, the Spanish Government might refuse the use of the road 
across the Island for a thoroughfare of American travel, then until 
the political condition of Cuba was changed, the service could be 
direct between Cedar Key and Aspinwall. 

The distance from Cedar Key to Aspinwall by the water route is 
1,260 miles, which at 20 miles per hour, would require 63 hours, 
and at 15 miles per hour, 84 hours. : 

Two steamers would easily perform a service of once a week 
between Cedar Key and Aspinwall. 
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2.— Nicaragua. 


The same remarks will apply to the Nicaracua crossing as to that 
at Panama. 7 


3.—Honduras, or Porto Caballo route. 


The distance from Cedar Key to Porto Caballo is 844 miles, 
which at 20 miles an hour, would be 42 hours, and at 15 miles, 57 
hours. 

Three steamers would perform twice-a-week service, 


4.— Tehuantepec. 


Project an air line from Cape Hatteras to the mouth of Huasacualco 
river, (the Gulf terminus of the Tehuantepec road,) and it will be 
found to pass directly over the track of the Florida Railroad, thus 
demonstrating it to be the shortest possible route from the Atlantic 
to Tehuantepec. , : 

The distance from Cedar Key to Huasacualco is 903 miles, which 
at 20 miles an hour, would require 45 hours, and at 15 miles an 
hour, 60 hours. 

Three steamers would perform twice-a-week service, 

Would this route take the Pacific travel against direct lines from 
New York? 

It is believed it would entirely supersede the direct lines, by 
making it impossible for them to be maintained profitably. 

1. The time would be quicker. 3 

The average of the time between New York and Cedar Key by 
the different estimates heretofore exhibited would be fifty hours. 

The time, then, from New York (if twenty miles an hour is made 
on the Gulf) would be: 

To Aspinwall 113 hours, or 4 days, 17 hours. 

To Porto Caballo 93 hours, or 3 days, 21 hours. 

To Tehuantepec 95 hours, or 3 days, 23 hours. : 

If only fifteen miles an hour is made on the Gulf, the time from 
New York would be: 

To Aspinwall 134 hours, or 5 days, 14 hours. 

To Porto Caballo 107 hours, or 4 days, 11 hours. 

To Huasacualco 110 hours, or 4 days, 14 hours. 

This is, of course, greater dispatch than any sea line from New 
York could make, and.wwould attract passengers from the sea line. 

2. The Cedar Key route would necessarily take the Pacific mail. 

At Cedar Key the whole Atlantic mail for the Pacific could be 


. ah 


7 
‘ ' 
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concentrated by the ordinary mail routes, without any extra cost to 
the Government. From Cedar Key a twice-a-week service could 
be rendered to the Pacific crossing for so much less price (owing to 
the fewer ships required) than by any sea line from New York, that 
the mail contract would, without doubt, be secured for that line— 
the more certainly as the dispatch would be so much greater. 

3. With less expense the Cedar Key line could make more 
frequent service, and the frequency of trips would draw travel from 
other lines by accommodating its convenience better. 

4. The fact that down to Cedar Key the Pacific travelers would 
be conveyed by lines haying other large streams of travel and trade 
to sustain them, and that from Cedar Key to the Pacific crossing the ~ 
cost of a line would be so much less than the sea line, would enable 
a reduction of the charge for passengers to the Pacific below living 
rates for a sea line. 

Without the mail pay, and without full passenger lists, a sea line 
could not be maintained; and, therefore, it is assumed would be 
superseded by the Cedar Key route. 


It only remains now to compare the advantage of the sea-board 
route via Florida, with the interior route via New Orleans, for the 
Pacific and Cuban travel. - 


The distance from New York to New Orleans, by the inland 
route, will be about 1,400 miles, It is not likely to be reduced 
below that distance by any roads that will be constructed. 

For the purpose of a perfect comparison, we will make two 
tables. | . 

In the first, I take for the. distance from New York to Cedar Key 
the water distance from New York to F ernandina, and railroad to 
Cedar Key, and from Cedar Key the water distance to the Gulf 
ports. And for the distance from New York to New Orleans I take 
the railroad distance as 1,400 miles, and thence the water distance 
to the Gulf ports. 

In the second table I take the air-line distance from New York to 
New Orleans and Cedar Key, respectively, and the water distances 


the rest of the way. 


Tasze I. 
Difference in favor 
Via New Orleans. Via Cedar Key. Cedar Key. route. 


From New York to Havana . ..2,005 1,258 747 miles. 
Do. .to Aspinwall... .2,783 2,159 624 <« 
Do. to Porto Caballo, 2,318 1,743 575 ~ s 


Do. to Huasacualco..2,196 1,802 . 394. 
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Rk US a : Difference in favor 
Via New Orleans. Via Cedar Key. Cedar Key route. 


From New York to Havana. ..1,771 Pee 5012808 463 miles. — 
Do. to Aspinwall. 2+ 2,549 2,209 340 « 
Do. to Porto Caballo, 2,084 1,793 291 « 
Do. to Huasacualco.. 1,962 fey 1,852 110. « 


western States. Large numbers annually go. now. 
Nor is it unlikely that the facilities afforded by a daily line will 
induce large numbers of the inhabitants of the cold latitudes to 


the fine sport afforded there with gun and line. 


RESULT. 


From the various sources adverted to above, it is presumed that a 
sufficient business in freights and travel will fal] upon the road to 
maintain it in very profitable employment. 

It should be borne in mind that the combination upon the route of 
so much freight and Passenger traffic each way, will enable the 


When the road from Charlotte Harbor, or Tampa, is constructed, 
the time for reaching Cuba and the southern ports of the Gulf will 
be reduced. 

A very important advantage to the route is, that it can be managed 
as a line, in all its connections, by a single will, and as a single 
interest. It will thus be enabled to meet the competition of lines 
Composed of various links, and managed by separate interests and 
influences, with the highest effect, 

Avery important advantage to the road is, that no competing line 
for connecting the Gulf and Atlantic by a road short enouch to 
supersede the sea route for transportation, is practicable. 


* The air-line distance from New York to New Orleans is 1,166 Statute miles. 
The air-line distance from New York to Cedar Key is 949 statute miles. 
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INCOME. 


The cost of the road, equipped and ready for business, will be - 
about $3,000,000. To pay six per cent. upon this investment, will 
require a net income of $180,000. 

Considering that the road is nearly of level grade; that there are 
no severe freezes in winter; that there is but one bridge upon the 
line of road requiring more than a single span, and only three of any 
kind; and that material for repairs and fuel are abundant along side 
the track; the expenditures for repairs and moving power will be, 
comparatively with other roads, very light. F orty per cent., there- 
fore, of the gross income, should be a liberal allowance for repairs 
and running expenses. 

To produce, then, a dividend of six per cent. upon the stock, 
will require a gross income of $300,000. 

It is not generally practicable to form in advance any very reliable 
estimates of income for projected roads. I will, however, calculate, 
for the convenience of others, the proceeds of various different 
amounts of supposed employment. 

Supposing the route to have reached a condition of tolerable 
development as a line of transport and travel, and to derive from the 
local and through business united, two hundred passengers and five 
hundred tons of freight each way daily. 

With this employment the account would stand thus, (the freight 
being estimated at three cents per ton per mile, and the passengers 
at five dollars each :) 

200 passengers each way, daily,‘at $5...... cece cess $730,000 
500 tons of freight each way, daily, for six days in each 

week, (Sundays being excluded,) at $4 14 per ton. . 1,295,820 
Transportation of mail, at $250 per mile. ............ 34,500 


2,060,320 
Deduct for expenditures, 40 per cent..........0.000. 824,128 


Net income...... eteletaicleretets cic ats con Sno Hone $1,236,192 
Equal to 41 per cent. upon the capital. 

Reduce the estimated business to 100 passengers and 250 tons of 
freight each way, daily, and the net income would be $636,346— 
equal to 21 per cent. upon the capital. 

Reduce the estimated business yet further to 50 passengers and 
125 tons of freight each way, daily, and the net income would be 
$336,423—equal to 11 per cent. upon the capital. 


| 
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Reduce stil] further the estimated business, both local and through 
traffic, to 30 passengers and 100 tons of freight each way, daily, 
and the gross income would be $350,414, and the net income 
$210,250—equal to 7 per cent. upon the capital. 

Taking into view that the large agricultural productions of one of 
the finest and most rapidly developing portions of the South must 
be thrown upon this road 3 that it will have a large naval store and 
lumber business throughout its length; that roads from the West, 
East, and South will connect with it, adding of course to its local 
resources ; that it is indisputably the only route for trade and travel 
between the southern Atlantic ports and the Gulf ; that it has not, 
and never can have, any other competitor for the transportation 
business between New York and the Gulf ports than the sea route; 
over which the difference of insurance and greater dispatch give it 
decided advantage; and that it possesses fair grounds of claim for a 
good share of the travel between the whole Atlantic slope and New 
Orleans and the Pacific, it would seem not unreasonable to expect 
very active employment for the work we are about to commence. I 
have no doubt that the enterprise will result in public benefit, and 
that the road will prove a profitable investment, 

Respectfully submitted, | 7 
D. L. YULEE, , 
President Florida Railroad Company. 
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REPORT 
OF 


THE SECRETARY OF WAR, 


In compliance with a resolution of the Senate of February 24, 1855, 
calling for a report of the survey in Florida, under the act of 
August 30, 1852, or so much as relates to a line between Cedar 
Key and Amelia Island. 


Marcu 3, 1855.—Read, ordered to lie on the table, and be printed, together with 
; / maps, papers, &c. : 


War Department, 
Wasuineton, March 2, 1855. 

Sir: In answer to a resolution of the Senate of the 24th ultimo, I 
have the honor to transmit herewith a copy of the report of Lieutenant 
M. L. Smith in relation to “the result of the late survey in Florida, 
‘made under an appropriation provided in the act approved 30th 
‘August, 1852, or so much thereof as relates to the line examined 
‘between Cedar Key and Amelia Island,” as called for by said 
resolution. 

Very respectfully, your obedient servant, 

JEFF. DAVIS, Secretary of War. 

Hon. J. D. Brieur, President of the Senate pro tem. 


Boreav or Torocrapuican Eneinerrs, 
Wasuineton, March 2, 1855. ‘ 
Sir: In compliance with a resolution of the Senate of the 24th 
February, calling for the result of the late surveys in Florida, “or so 
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much thereof as relates to the line examined between the Cedar 
Key and Amelia Island,” I have the’ honor to submit a copy of a 
report from Lieutenant M. L. Smith, of the 2d instant. 3 

The map necessary to illustrate the report is not yet ready, and 
will require upon it the work of a few more days. But should the 
Senate direct the report and map to be printed, the latter will be 
ready in time. 

Respectfully, sir, your obedient servant, 


| J.J. ABERT, 
Colonel Corps Topographical Engineers. 


Hon. Jerr. Davis, Secretary of War. 


Wasuineton Crry, D. C., March 2, 1855. 


Sir: I have the honor to inclose that section of the report upon 
the Florida canal survey relating to a line examined between the 
mouth of the St. Mary’s river and Cedar Keys. 

I am, very respectfully, sir, your obedient servant, 


M. L. SMITH, 


First Lieutenant Topographical Engineers. 


Colonel J. J. Aperr, 
Chief Topographical Engineers, Washington, D. C. 


. 
—_———s 


Wasuineron City, March 2, 1855. 


Sir: Before resuming the canal survey in the fall of 1853, I had 
the honor to receive a communication, of which the following is a 


copy: 
« Bureau TopoGrapHicaL ENGINEERS; 
Wasuineton, November 22, 1853. 


‘Sir: [transmit you a copy of a letter from Mr. Call. Although 
‘a survey for a railroad cannot be directed under the appropriation 
‘which supplies the means of your present duties, yet, in making the 
‘survey for the canal route, your attention can at the same time be 
‘given to the properties for a railroad possessed by the canal survey, 
‘and this subject can be made to occupy a part of your ultimate 
‘report. 


“J.J. ABERT, 
“ Colonel Corps Topographical Engineers.” 


The object of the canal survey having been the connection of the 
Atlantic and Gulf, for the benefit of commerce, more especially that 
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‘portion of it which passes around the Florida keys, in speaking of a 
railroad connecting these waters it seems proper, since the object of 
the two works is the same, that the discussion of them should be 
somewhat similar in character; hence, the proper location of the road, 
estimates of its cost, and its connection with the interests of the 
country, will be considered. Any view of the subject more general 
than this could amount to little more than saying what most are at 
present aware of, viz: that the country affords unusual facilities for 
such a work, since it is rather flat, has no mountains or ridges but 
what can be readily crossed at any given point or traversed their 
entire length without difficulty, no rivers not susceptible of being 
easily bridged, and timber of good quality is im abundance. 

I will add that the canal surveys gave accurate and minute data 
that could be-readily applied to the subject specified in your instruc- 
tions. 


Location of the Road. 


The location of the road becomes fixed as soon as the termini are 
determined, and the selecting of these is of the first importance, as 
upon them depends the perfect connection of ocean and land trans- 
portation, consequently, the economy, facility, and safety of the change 
from one mode of transit to the other. 

On the Atlantic side, but one point presents itself as more nearly 
than all others fulfilling the. requisite conditions. for a, terminus, 
namely, the harbor of Fernandina, at the mouth of the St. Mary’s 
river. | 

The conditions deemed necessary are, that the harbor shall be 
safe and of easy access, with a depth of water on the bar sufficient 
to admit of the entrance of the steamers and vessels trading between 
the northern and southern ports, a good anchorage, and that it 
shall be on or near the shortest line drawn, say from New York, 
along the coast, crossing the peninsula, and terminating at New 
Orleans. 

The bar at the entrance of this harbor has fourteen feet at low 
water, with a rise of water at ordinary tide of six feet, and at neap 
and spring tides of from seven and a half to nine feet, thus giving a 
depth on the bar varying from twenty to twenty-three feet. ‘The im- 
portance of this depth is best judged of by comparing it with what can 
be taken into the two main exporting ports on the southern Atlantic 
coast. ‘The most recent coast survey results give on the Charleston 
bar ten feet at low water, making from sixteen to seventeen at high; 
into the Savannah river, and as far up as the anchorage. where 
vessels load, eleven feet at low, and from seventeen to eighteen at 
high water. 

St. Mary’s is thus shown to be the first port at the South in point 
of natural advantages, and capable of admitting vessels of deeper 
draught_than either of the two harbors named. 


3 
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‘To show still further its capacity to accommodate trade, not only 
domestic but foreign, I subjoin an extract from the report of. the 
Internal Improvement Board of Florida, made in December, 1854. 

“It will be found, by a reference to Lloyd’s list for the year 1853, 
‘that there are only thirty-three vessels out of the ten thousand four 
‘hundred and thirty recorded in that office that draw twenty feet or 


‘more.” 
The following is a list of those thirty-three vessels, showing their 


burden and draught: 


5 vessels are of 600 tons burden, and draw.............20 feet. 


14 do. 700 do. ofelelctoceisiseisien sc COD 66 
6 do. 800 do. eloveielslotsiciee chee oS! 
1 do. 900 do. sloleieieretsteiceete OUT. 
2 do. 1,000 do. eislaleteretclernteicnrs OUT ce 
4 do. 700 do. eietslsverereve feiatetciee Lemme’ 
1 do. 800 do. ccc ee cecces cae fF 


On the Gulf side two harbors present themselves, Tampa Bay and 
Cedar Key, each having claims to consideration, which may be 
briefly stated as follows: 

Tampa Bay is, with the exception of Pensacola, the finest harbor 
on the Gulf; easy of access, capacious, with a secure anchorage, it 
presents a water front sufficient to accommodate the most extensive 
commerce—if the trade and travel of the countries bordering the 
entire Gulf be considered, what exists at present as well as what the 
future may develop, it can undoubtedly be considered central and 
favorably situated; but, if that portion due to the country situated 
between Tampa and the Rio Grande alone be considered, and _ this 
portion constitutes nearly all that now passes the Florida Keys; then 
Its position is too distant from the direct line of transit across the 
peninsula to be chosen, except of necessity. 

The harbor of Cedar Key does not afford as much water as 5 
Tampa, not as much indeed as is desirable, but a line connecting it 
with St. Mary’s is so nearly the shortest one across to the Atlantic, 
and at the same time so much in the direction desired, that with fewer 
natural advantages it is still believed to be preferable to the other as 
‘a terminus. It is thought, however, that it can be shown to have 
capacity to accommodate the Gulf trade, and from the following 
considerations : 

I. The depth of water that can be carried into it is equal to or 
greater than what is available for the other commercial ports between. 
it and the Rio Grande, excepting New Orleans and Mobile ; (indeed, 
adopting the system of lighterage in use at the latter, and it might 
compare more than favorably with it,) and in order that this may be 
more readily seen, the following tabulated depths are given, taken 
from a list compiled in the Coast Survey Office, from the most reliable 


authorities : 
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At low water. Athigh water. 


TOR see eg Can be carried to anchorage below St. 
Marks. 
7 Sfoteroterod creer Can be carried to anchorage at do. 
TQde | Se ee Do. do. below Appalachicola. 
G2 UE wee tee Do. do. at do. 
20 21 Do. do. below Mobile. 
84 94 Do. do. at do. 
WM Mississippi Delta. 
= — Pass a L’Outre Bar. 
OAS: | Pree .<.| Pass North Channel. 
ss | eer ..., Pass South Channel. 
— — | Pass Northeast Pass. 
10 sievoceleietsiaiete Pass into North Entrance. 
6 Srecerereteteletece Do. South Entrance. 
13 14 1-10 Do. Southwest Pass. 
EPI RHACOR soi -| Do. Barataria Bay. 
TAB Vag s Sa a --| Do. Sabine Pass. 
11 12 Do. Galveston. 
94 104 Do. Matagorda Bay. 
8 Rin iclotcletstarcts Do. Aransas. 
Bie lat etets eteteieiers | Do. Rio Grande. 


As to Cedar Key, Lieutenant Berryman, of the Navy, and Mr. 
Gerdes, attached to the Coast Survey, after an examination, both 
speak of it as follows: That it is easy of access, holding ground 
good, has an anchorage of about a mile in extent, the deep water of 
which is readily reached by piers, and that ten feet at low, and fully 
twelve feet at high water, can be carried into it. 

II. Although the larger class vessels now trading to New Orleans 
and Mobile cannot enter at Cedar Key, the following fact, important 
and true, must be borne in mind: That whenever trade requires 
vessels of any particular form and draught, they are invariably con- 
structed to meet those requirements, and that those of heavy tonnage 
and light draught are at present as often built as any other class, and 
are in every respect as valuable. 

As a case in point, the very fine line of steamers now running to 
the Texas ports are instanced, all of which draw much less water * 
than they would be required to were they trading to the port under 
consideration. | 7 

A more extreme case in point is that of the steamer recently 
commenced in New York, which it was supposed might make the 
trip from there to Liverpool .in six days, and was to draw only seven 
feet water. 

Again, Galveston, which from the above table will be seen to have 
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the same depth of water as Cedar Keys, has something of a foreign 
trade, and several arrivals yearly from Europe. 

From the above considerations and facts, it has been thought safe 
to regard Cedar Keys as ayailable for the Gulf terminus; and in the 
description and estimates which follow the line between it and St. 
Mary’s will alone be referred to. 

Should an approximate estimate for a line terminating at Tampa 
Bay, however, be desirable, it can be made out from this one, as, for 
a portion of the distance, the two lines would probably be identical, 
and from their point of divergence to their terminations would pass 
over sections of the country so strikingly similar as to require the 
increased distance only to be taken into consideration. ; 


Description of the Line. 


Starting from the harbor of Fernandina, the line would continue on 
Amelia Island till convenient to cross the inland passage at a point 
known as Kingsley’s Cut, and would strike the main land near Mr. 
Harrison’s. From this point a tangent would be run to the Santa 
Fé river, and slightly diverging from an air line across; from the 
Santa Fé another tangent would bring to the coast at Cedar Keys, 
a distance of 1374 miles. Thus, with the exception of the two ends 
running from the main land to the sea islands, the line of road would 
‘be on two tangents joined by a curve at the Santa Fé river. The 
divergence from an air line is only three degrees, and that the single 
curve proposed to be introduced is nearly equidistant from the two 
extremities of the road. | 

A more particular description will be as follows : 

From, Mr. Harrison’s, proceeding six miles, we come to Nassau: 
river; crossing this and some small tributaries for the succeeding 
three miles, the divide is reached separating the waters of the St. - 
Mary’s and Black creek. This divide, by a gentle ascent, leads to 
the Alachua trail ridge, which being crossed, we are immediately 
upon the divide between New and Sampson rivers, which continues 
to the valley of the Santa Fé river, From the Santa Fé the 
country is flat until near N ewnansville, when for about 14 miles it js 
somewhat broken, a portion of the distance being sandy, with . 
occasional lime sinks. Passing this the remainder of the route is on 
the divide between the Wacasassa and Suwanee rivers, and may be 
described as over a country gradually sloping to the Gulf, timbered 
with pine, and sprinkled with small cypress ponds and open grass 
marshes, varying in extent from 50 to 300 yards. — 

The line may be still further described by giving the established 
grades, which are as follows: | 

From Fernandina to Alachua trail ridge from 2 to 12 feet; in 
ascending and leaving this ridge, 15 feet; from this to-the Santa Fé, 
2 to 8 feet ; descending to and leaving the valley of the Santa Fé, 
15 feet; between. this and the termination of the broken country 
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adjacent to Newnansville, 10 to 15 feet; thence to the Gulf, 3 to 6 
feet. £ 
Although the grades are so light there is no cutting of a greater 
depth than~25 feet, and no embankment higher than 25 feet, clearly 
showing that at a comparatively small increased cost the grades 
could be made even less. . 

The main points on the route which, in constructing a road, will 
demand care and involve expense are, first, crossing from Amelia 
Island to the main land at Kingsley’s Cut. This cut will require a 
first-class drawbridge, say of 60 feet, and the bordering marsh to be 
piled for a distance of 1,590 yards. - 

Nassau river will be crossed 12 feet above low water, and requires 
a first-class draw. Some portion of its bordering marsh must be 
piled for the superstructure to rest upon. ‘The exact extent of the 
marsh at the point of crossing is not known, hence the estimates can 
only be approximate for that point. r 

The Santa Fé is crossed at an elevation of 25 feet above th 
water at an ordinary stage, and will require a bridge of about 115 
span. ‘T’hese, then, constitute the important bridges, and, with the 
addition of six king-post ones from 20 to 40 span, comprise all on 
the line. ~ : 

The number of culverts and open draws is limited, and will 
appear in the estimates. The height of the embankment being 
generally inconsiderable, open drains can, in a majority of cases, be 
used throughout the line. ; 


Plan of Construction. 


This for a single track road, with turnouts 1,000 feet long every 
10 miles. All cuts are to be 20 feet wide at base, with a slope 1 to 
1; embankments 14 feet wide on top, with slopes of 3 to 2. 

The cost of repairs of road bed in cuts usually exceeds that in 


‘embankments, and arises from imperfect drainage. The width of 


cut mentioned allows the road bed to assume the character of a small 
embankment from the ballasting of 18 inches to 2 feet thickness, 
which, when the material is at hand, should in all cases be put 
under the track. The grade lines have been established at all 
tide water 6 feet above the extreme high-water mark. ‘The width 
of track had in view has been 5 feet. Opinion seems to have 
settled upon a width varying from 5 feet to 5 feet 3 inches as the 
best. 

In consideration of the light grades to be overcome, estimates are 


‘made for rails not exceeding 60 lbs. to the yard, and for locomotives 


of from 18 to 20 tons. It is conceived that these figures ensure 
stability to the road, and small expense arising from repairs of 
engines, &c. At all points requiring piling, they are estimated as 
being driven 4 feet apart, with cross caps and string pieces. 
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; Estimates. 
303,314 cubic yards excavation of common earth, 
(haul 1,800 feet,) at 38 cents......... $115,359 32 
43,725 cubic yards excavation of common Carthsee 
(haul 1,400 feet,) at 32 cents......... 13,992 00 
239,919 cubic yards excavation of common earth, 
(haul 900 feet,) at 26 cents........... 62,378 94 
791,776 cubic yards excavation of common earth, 
| haul 600 feet,) at 22 cents........... 165,390 72 
352,349 cubic yards excavation of common earth, 
(haul 450 feet,) at 18 cents..........- 63,422 82 
286,052 cubic yards excavation of common earth, 
(haul 300 feet,) at 16 cents........... 45,768 32 
983,222 cubic yards excavation of common earth, 
at centsea nec cts cc coe hae ie 137,651 08 ~- 
115 lineal feet of truss bridge, at $22 50....., 2,587 50 
200 lineal feet of small bridges, at $10........ 2,000 00 
2 drawbridges, at Bests gcc sic ee cree ee 4,400 00 
3,920 feet trestle work, at SBA OO taate otto ere 9,800 00 
3,050 cubic yards masonry, at $8.............. 24,400 00 
4,900 yards piling, with cross-caps and string 
‘ pieces, at SY BLUE NGO BABB C BMPR ink 11,170 00 
Grubbing and clearing 1374 miles, at $200........ 27,500 00 
$686,820 70 
Cost of one Mile of Track. 
Iron rails, 943 tons, (60 Ibs. per yard,) at $55....... $5,198 00 
3,000 Ibs. iron spikes, at 5 cents................... 150 00 
7,044 Ibs. chairs, 12 lbs. each, at 43 cents........... 316 98 
2,640 cross-ties, at 15 cents......... so00 BEAR BAGer 396 00 e 
Ballastingstrackyoape ccs. vet acduers i. ecun ts 800 00 
Track laying, per mile........0.0.....0 00000 450 00 — 
Io lh ce Up Se ohOn CEA MEHGN ss AAP area $7,310 98 
Cost of one Turnout. 
1,500 cubic yards grading, at 14 cents.............. $210 00 
1,000 feet track iron, 40 lbs. per yard, 61 tons per mile, 1 3228 00 
Frogs and switches, (Qisets ) Mase mriter fe ce ys 100 00 
‘Switches, bars, switch-stands, and Signals tions nen 60 00 
1,698 00 
Well-tank and: pumprccs: sees feet. fe 335 00 
WCod-sh edi... os secrete emery sc) ooo senate sels 100 00 


$2,133 00 


ee 
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One principal Depot, Shops, Station-Houses, &c.—For one Depot. 


Locomotive repair Sho. A. .+.eeeee cere wee e ee weeeee $25,000 00 
Carpenters’ shop and Hntern SHOPiciicior cle oie ieielecerel sieletet ws +s OUU0RO0 
Blacksmith shop......-- fa tkeretcistsicle(s sisieio stele ciajeherere 2,000 00 
Car-repair SHOP. .seseee cece sceeee cece cece cceecs 5,000 00 
Engine-house......sceccceceeecsee cece sees ccces 8,000 00 
Machinery in shops.......eeeeeeeeeceeeseeseeees 20,000 00 
Extra track, frogs, switches, WC... eee ee eee eeee 6,000 00 


70,000 00 


] terminal depot, with machinery, for ordinary repairs. . $20,000 007 


1 half-way station repair shop...., +++ eeeeceeees 10,000 00 
3 passenger way-station houses.......-.-- snanonude 6,000 00 
2 terminal passenger station houses......-....++++++ 20,000 00 
Way-stations for freight, &c.....---- ees aialciecers eieie 10,000 00 
14 water-stations and turn-outs, at $2,1383.......... 30,002 00 
$96,002 00 

Locomotives. Te 


For two passenger trains each way, daily, 6, at 9,000, $54,000 00 
For two freight trains each way, daily, 8, at $9,000.. 72,000 00 


For lumber and gravel trains, 4, at $9,000..... .... 386,000 00 
$162,000 00 

Cars 
12 passenger cars, at $2,500.........+2-- weeeee $30,000 00 
6 baggage cars, at $1,300...... eee cere eevee 7,800 00 
150 freight cars, at B600.....- ..eeee eee e eeeeees 90,000 00 
60 gravel cars, at $200... see we cere ee eeeees . 12,000 00 
15 crank cars, at B1OO.... cece eee ee reece eens 1,500 00 


$151,300 00 


Summary Statement. 


Grading, bridging, masonry, grubbing, and clearing, $686,820 70 
Depots, shops, machinery, turnouts, stations, &c... 166,002 00 


| Beteojetejah {echaenay GU aOObE OUD DOOD OUUOOOODOUL 162,000 00 
Passenger, baggage, freight, &c., cars......++++- 151,800 00 
1412 miles of track, at $7,310 98......... ~ee- 1,036,331 41 

Total meee ec eer wee eae shales , «$2,202,454 11 


———_—————— 


Being an aggregate per mile of $15,537 59. — 


Nore.—The above estimates cover all expenses, it is believed, pertaining to the 
construction of the road under consideration, with the exception of the following, 
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In fixing a price for railroad iron per ton, I have been guided by 
what the Baltimore and Ohio Railroad Company have been paying 
during the past year. The present prices for iron rails of 60 Ibs. 
per yard is about $350 for English and $55 for American, delivered. 
Last advices from England lead to the belief among those purchasing 
that prices will be higher. 

few remarks upon the bearing a transit across: the peninsula 
will have upon the Gulf trade and interests which center there may 
not be out of place. 

I. If the Gulf of Mexico is appropriately considered a common 
expansion merely of the various rivers flowing into it, then its 
entrance may, with evident propriety, be considered the common 
bar of those rivers, particularly so as, like other bars, it is the point 
of danger to vessels wishing to enter or leave. A general descrip- 
tion of the passage around the southern point of Florida will, of 
itself, serve to make its dangerous character evident, to wit: com- 
paratively narrow, and some five hundred miles in length, coasts 
low ; it is lined with hidden reefs, extending many miles from shore ; 
has a.rapid current through it constantly, tending to carry vessels 
out of their course, and when so carried, on account of the narrow- 
ness of the channel, they are usually first warned of this danger by. 
striking some reef. Added to this, it is subject to those tornadoes 
which, originating periodically in the West Indies, blow with such vio- 
lence, and expend themselves after Sweeping up the Atlantic coast. 

But this is more forcibly told in the loss of life and numerous 
shipwrecks annually occurring on those keys, some accounts of 
which are constantly meeting the eye. ‘Trade, which hedges itself 
round with as many securities as in the nature of things is possible, 
has sought to overcome these dangers in the only way known to It, 
viz: by insurance ; and it is the tax by insurance due to this danger- 
ous navigation that will be first noticed. 

The subject can be simply stated thus: to insure for a Gulf port 
costs three eighths of one per cent. more on an average than for an 
Atlantic one. i 

In a report made by Mr. Hodge, acting Secretary of the Treasury, 
June 12, 1852, in answer to a resolution of the Senate, the commerce 
passing the straits of Florida was estimated to exceed two hundred 
and fifty millions of dollars per annum. Reflecting more upon the 
subject, Mr. Hodge subsequently concluded that it amounted to at 
least three hundred and twenty millions per annum. 


which, though comparatively unimportant, it is stil] proper to allude to, to wit: 
Piers, either of masonry or timber, connected with the drawbridges at the crossings 
of Kingsley’s Cut and Nassau river. Special examination and detailed plans will 
be required before estimates for these can be properly made. Should the road be 
built by a private company expenses of engineering are to be added. 

The amount allowed for stocking the road is considered sufficient for commencing 


with. It is better to add to this from time to time, as freight and travel may require, 
rather than give an equipment based upon the entire capability of the road. 


--. 
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It is proper to quote his own words, in order to show why no 
precise amount could be given: “ The Department cannot arrive at 
‘the correct amount of the commerce of the straits of Florida, as it 
‘would be im bossible to ascertain the value of the immense ship- 
‘ments coasty.ise to New Orleans, for the supply of the States 
‘bordering on the Mississippi and its tributaries, besides those to the 
‘ports of Florida, Alabama, and Texas.” In order not to give amounts 
which can possibly be thought exaggerated, the lowest value men- 
tioned, to wit: two hundred and fifty millions, will be taken as the. 
proper one. Vessels of all classes, when taken together, will average 
m value about eight tenths of their cargoes; hence, to carry on a 
commerce worth two hundred and fifty millions will require shippmg 
to the value of two hundred millions of dollars to pass in and out of 
the Gulf yearly, making the total interest engaged in that commerce 
four hundred and fifty millions per annum; and this is the amount 
upon which the increased insurance is paid. ‘Three eighths of one 
per cent. upon this amount is one million six hundred eighty-seven 
thousand five hundred dollars, and is a loss borne by those producers 
whose outlet to market is by the way of the Florida keys. Losses 
by shipwreck are not taken into the above account, since, being 
covered by insurance, to do so would make them enter twice into 
the calculation. 

II. The gain in time by a transit across the peninsula may be 
stated as being about five days from New Orleans to a point equally 
distant with St. Mary’s from New York ; and the gain will be greater 
as the point of departure is nearer the Gulf terminus. ‘Taking the 
amount found above (namely, $450,000,000,) and allowing six. per 
cent. on it, which is not above the rate business men pay for money, 
and somewhat below the profits expected to be realized; also, give 
120 days to every vessel in which to load, deliver her cargo, 


‘and return to her port again, and there is found one million one 


hundred -and twenty-five thousand dollars paid yearly for lost time. 
The amount is certainly large, yet that it is a fair method of making 
out such a loss seems confirmed from this consideration, that trade, 
without an exception, settles down into the shortest channels of com- 
munication; and unless the transhipments are numerous, to prove 
that any particular line offers an advantage to trade, it is sufficient 
to show a gain in time. The amounts above stated, it is argued, 
the transit across the peninsula may save yearly. 

The commerce of the Gulf is destined, even through causes at 
present existing, to be so much increased that amounts named in 
connection with it, moderate now, must become very great after a 
lapse of years; hence there would be a propriety in going into 
minute details respecting it, confident that large sums are being dealt 
with ; but it would require data not at present at hand. 

Ill. By means of the transit there can be a more rapid transmis- 
sion of the mails between the north and New Orleans, hence to all 
points further west and bordering the Gulf. | 
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The time, according to present rates of traveling, would be as 
follows: From New York to St. Mary’s, 60 hours; St. Mary’s to 
Cedar Keys, 4 hours; Cedar Keys to New Orleans, 36 hours. 

Although this fact, disconnected from others, would not authorize 
the construction of a transit, still, once constructed, it will be a 
rather important circumstance. 

IV. Another consideration is mentioned, and it may be more 
important than all other, according as circumstances eventuate. 

Florida, by projecting so far south, makes the great and salient 
point in our coast, and, like other similar points, is the one most 
exposed. ‘I'he fact that so large a proportion of our commerce must 
pass around it, and at the same time close to a foreign shore, has for 
years created much solicitude as to its safety in time of war. 

The first.and most obvious course pursued to give it security has 
been fortifying favorable points, such as Key West and Tortugas, 
making them suitable as depots and places of rendezvous for the 
. navy, or as harbors of refuge for unprotected merchantmen. 

A second course has been an endeavor to acquire the ownership 

of this contiguous foreign shore, thus have the channel in and out 
of the Gulf tributary to ourselves alone. 
__ Without starting the question of how far this last would accomplish 
_ the desired object, the fact stands prominently before us, that, not- 
withstanding diplomacy and conferences, one coast with its harbors 
_and fortifications is ours ; the adjacent one, with equally good harbors 
and strong fortifications, is not ours; and that over the intervening 
passage we would not necessarjly have, in time of war, more control 
than’ during the past year one of the belligerent European Powers 
has had over the Baltic and Black seas; further, that in the event of 
hostilities, an entire interruption of our commercial communications 
by water with the Gulf micht take place. 

It is well known that the channel between the West Indies and 
Florida is readily susceptible of being guarded by a vigilant enemy, 
who, stationed there, would look with equal facility into the Atlantic 
or Gulf, and that a vessel bound either way could be watched from 
hour to hour for several hundred miles. 

As important as is the Gulf commerce, so important in time of 
hostilities would probably be another line of communication, which 
would enable this commerce to be carried on safely, and at no 
increased expense; and it is believed, that in great part a transit as 
proposed would accomplish this. Let the extent of the communica- 
tion thus connected, and the facilities for trade afforded, be briefly 
considered. aes 

A boat starting from New York could, by either the Raritan or 
Morris canal, pass into the Delaware; through the Delaware and 
Chesapeake canal into the Chesapeake; by the Dismal Swamp canal 
into Albemarle; thence by the inland navigation, along the coasts of 
North Carolina, South Carolina, and Georgia, to St. Mary’s; crossing 
Florida to Cedar Keys, and following the coast westward, there is 
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a succession of shoals, reefs, and sea islands, extending to Lake 
Pontchartrain, forming, west of Florida, an inland navigation similar 
in character to that east of it. All communications with this line, 
from sea, are mainly fortified at present, and as it leaves the Atlantic 
at St. Mary’s, avoiding entirely the salient point made by the pen- 
insula, it may be said, comparing it with the navigation around into 
the Gulf, to be securely fortified and safe from interruption by an 
enemy. 

The United States presents the singular feature of having what 
may be termed river navigation’ almost entirely encircling it, as 
follows: Starting from St. Mary’s, we go to New York, as already 
described ; then pass into the northern lakes by the Erie canal; from 
the lakes, by various canals, into the Ohio or Mississippi, and to New 
Orleans; thence to Cedar Keys. Along this navigation is known to 
pass a large proportion of American produce, and that on it is situated 
nearly every important city in the Union; and, consequently, that 
the transit being the connecting link which completes the great 
circle, and a portion of this grand thoroughfare of trade, is at once 
demonstrated to be connected by its termini with the greatest pro- 
ducing areas of our country as well as with every export city on the 
Atlantic and Gulf coast, this, too, by water, the cheapest of all kinds 
of communication. 

It is not sufficient, in an opposite view, to state that there are 
other lines more interior, and still less exposed, that are available if 
ocean communication is interrupted. | ! 

This is true in theory, but is thought not to be so in point of fact; 
to illustrate, by a single example: Within the last five or six years 
the article of tobacco has been attempted to be brought to Baltimore 
from St. Louis, by river and railroad ; the attempt was abandoned for 
the reason that the value of the article was consumed by freight. 

To force trade along any but natural channels is virtually to sup- 
press it; and if, in the case of hostilities, as supposed, the interior 
lines of railroad only existed, doubtless the great staple articles 
of Gulf trade which happen to be bulky, viz: cotton, sugar, and 
molasses, would be detained from market, or find their way there 
at expenses so greatly exaggerated as would be equivalent to a deten- 
tion. 

In conclusion, the object of the preceding remarks has been to 
show the necessity, as well as utility, of a direct connection between 
the Atlantic and gulf across Florida, from— 

Ist. The heavy increased insurance the dangerous navigation 
through the straits of Florida imposes on the Gulf trade. 

2d. The loss of time; consequently the loss of interest on capital 
employed in that trade. 

3d. The increased mail facilities that would be opened. 

4th. The security that would be given to our commerce, particu- 
larly that coming under the head of coasting trade, during a period 
of hostilities. 
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Trusting the views expressed may be deemed proper and appro- 
priate to the subject, I have the honor to be, very respectfully, your 


obedient servant, 
M. L: SMITH, 
First Lieutenant Lopographical Engineers. 


Colonel. J. J. Assert, - 


Chief Topographical Engineers, 
gee Washington City, D. C. 
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Rageep Mr. Station, NEAR Campen, Marne, 
October 14, 1854. 


Dear Sir: Agreeably to your request conveyed in letter of August 
2oth, I herewith transmit copies of letters from Lieutenant Berryman 
and Mr. Gerdes, giving their respective impressions of Cedar Keys 
as a commercial harbor. 

The unusually large rise and fall of the tides at Cedar Keys as 
compared with places generally on the Gulf is also a favorable 
circumstance worthy of consideration. The two tides of the same 
day are, except at particular periods of the month, quite unequal, 
but the average rise and fall is two and a half feet, being one foot 
greater (in some cases more and in others a little less) than that of 
other ports on the Gulf. 

Yours, respectfully, 
A. D. BACHE, Superintendent. 
Hon. D. L. Yuuer. 


7—_—_—_—_—_—_ 


New York, October 7, 1854. 


Dear Sir: Mn answer to your letter of September 26, with inclosure 
of a copy of certain inquiries from the Hon, D. L. Yulee, regarding 
the commercial facilities of the Cedar Keys, Florida, I have to make 
the following replies: 

1. The depth carried from the sea into the Sea-Horse, or main. 
channel, is fully ten feet at low, and twelve feet at high, ordinary, 
tide. 

2. Egress and ingress are easy. | 

3. The anchorage at Atcena Otie (Depot Key) is about one mile 
long, and from two to three hundred yards wide, and separated from 
another and larger one at Way Key by a narrow sand bar, which, 
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however, may be passed around with ten feet of water. In both 
anchorages the depth is fifteen or sixteen feet at low tide, the holding 
ground good, though not compared to soft bottom, but equal to any 
in the vicinity. The anchorage at channel No. 4 is more extensive, 
but I know not if the entrance from sea is equal to the main-channel 
entrance. . 

4. All the anchorages are perfectly secure and land-locked. 

5. A ship or vessel may ride out any gale, from whatever direction 
it comes, provided anchor and chains are good. Violent hurricanes, 
of course, make an exception at any place on the Gulf. 

6. Wooden piers can be conveniently carried out to the deepest 
part of the channel. 

7. The highest land on Way Key, I think, is thirty-three feet 
above high-water mark. 3 

8. Ihave been employed for several successive years among the 
keys and in the vicinity, and have rarely seen any fogs, and if so, only 
of very short duration. Heavy gales, as a matter of course, influence 
the greater rise and fall of the tide; but I suppose, from the locality 
of the keys, not to such an extent as other places which are more 
locked up from the North. The highest tide in the last twelve or 
fifteen years rose, I believe, eleven feet at Depot Key, and over- 
flowed only the lower part of that island. (See report 1851 or 
1852. ; - 

Mera tetesion in regard to the Cedar Keys as a commercial harbor 
you may partly derive from the above statements. ‘The principal 
reason, however, for my belief that this place is necessarily destined 
to become the depot for the commerce of the growing population of 
the vicinity, is grounded upon the relative position of the same, and 
the Suwanee river, the Wacasassa, the Withlacoochee, the Crystal 
river, the Homasassa, and the Chesowitzka, and also upon the 
comparative merits of the same with other harbors near to these 
localities. 

The annual produce of said river valleys, principally of the 
Suwanee, is quite considerable; and the undeveloped resources— 
forests of magnificent pine and cedar—are of such a magnitude that 
they must command very soon the attention of enterprise. ‘The 
keys possess all the facilities for depots, saw-mills, &c., &c., and 
steamboats may run from the Suwanee, or large rafts may float from 
there by entirely inland water, and come up to the very wharf where 
vessels from the other side lay to load. -All the vicinity 2s bound to 
make the Cedar Keys their depot, and with the.rate of present 
increase of population they must soon become a place of some 
importance. ‘The depth of water, of course, cannot compare with 
harbors on the northern coast, but it compares fully on the Gulf, 
particularly as the water on the bar can be brought up all the way 
to the wharves, a case which you will allow is exceedingly rare, and 
with only few exceptions found on the Gulf of Mexico. 

What means the keys at present possess to support a population I 
cannot state, though I do not see anything against a comparison with 
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other parts of the Florida coast. The exportation from Depot Key 
amounts annually to perhaps three or four thousand bales of cotton, 
some sugar, tobacco, and lumber, A steamboat from the Suwanee 
river was running there, and the United States Florida mail steamer 
used to stop every week. Fish, oysters, green turtles, and every 
kind of game abound to a great extent, and the climate is as healthy 
and beautiful as any in the United States. 
‘Respectfully submitted, by your most obedient servant, 
| F. H. GERDES, 
Assistant United States Coast Survey. 
Prof. A. D. Bacue, 
Superintendent United States Coast Survey. 


Coast Survey Orrice, | 
Wasuineron City, September 13, 1854. 


Sir: Your letter of the 6th instant has been received, with copy 
inclosed of one from Hon. D. L. Yulee; and I have the honor to 
communicate the following answers to his questions concerning the 
commercial facilities of «Cedar Keys” as developed by the recent 
survey of the party under my charge: 

I. The depth which can be carried in from sea by the several 
channels at low water is about ten feet; and at high water nearly 
twelve may be found with the ordinary tides. 

- 2. Ingress and egress easy. | 

3. Extent of anchorage in the harbor on the « Depot” side is a 
little less than a mile long, by about two hundred yards broad— 
holding ground not very good. 

No. 4 channel has more extensive anchorage, and a little deeper 
water ; but the approach from sea to the bar is bad, Opposite Depot, 
and near Way Key, another anchorage of greater extent may be 
reached with ten feet, by passing around a narrow “sand bank ” 
which separates it from Depot anchorage. About fifteen feet may be 
had in both these anchorages at low tide. 

4. The anchorages are all secure. 5 

5. The general depth in. the harbors will be about fourteen feet ; 
but this cannot be carried through the channels leading to them. 

The character of the bottom for holding cannot be called good, 
although good enough for ships with proper anchors and cables in all 
winds or gales, except the violent hurricanes which sometimes visit 
these Keys. 

6. Piers of wood may be carried to the deepest water conveniently. 

7. The height of the land on Way Key may be about twenty-five 
feet above high-water mark, but of this ] am not certain. 

8. I am not aware that the location of Cedar Keys is liable to fogs, . 
and the tides are extraordinary only in a hurricane, when, I am told, 
they overflow nearly all the low islands, All ports in this angle of 
the Gulf suffer from a rise in heavy southwest gales, 
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In addition to the foregoing, I think the anchorage southeast of Sea- 
Horse Key the best. Vessels have there more room to run cable 
than in either of the others. ‘I'he best approach to these keys is 
from the west on the parallel of twenty-eight degrees fifty-six minutes 
north latitude, passing the end of the reef in about four or five fathoms 
water, the light-house and Sea-Horse Key may be seen bearing north 
thirty-three degrees east, (true.) 

My impression of Cedar Keys as a harbor may be gathered from 
the above. 

Vessels of comparatively small draft must of necessity be used. 

At present, the means for supporting a population are extremely 
slender and precarious. 

I am, very respectfully, your obedient servant, 

O. H. BERRYMAN, 
Lieutenant United States Navy and Assistant Coast Survey. 


Prof. A. D. Bacue, 
Superintendent United States Coast Survey. 


P.S. It is proper to remark that heavy gales from the northeast 
or east, cause the depths alluded to above to be reduced several feet. 


O. H. B. 


s 
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Census Orricre, Wasuineton, July 16, 1855. 


Sir: Your note of 13th instant, asking information in regard. to 
the health of the Florida pefiinsula, as shown by the returns of the 
Census of 1850, has been received. 

In reply, I would state in the order of your interrogatories : 

Ist. ‘Fhat in the counties of the peninsula, the number of deaths 
returned by the marshals show a ratio of 0.93, or less than one per 
cent. of the population. 

2d. This rate of mortality is less than in any of the States. 

3d. In the counties of Nassau, Duval, Columbia, Alachua, and 
Levy, through which you say the track of the Florida railroad runs, 
the ratio of deaths to population was 0.69 per cent.; that of the 
United States being 1.39, the maximum in any other State being 
2.31, and the minimum 0.95 per cent. 

Very respectfully, your obedient servant, 

J. A. B. DE BOW, 
Superintendent United States Census. 
Hon. D. L. Youre. 


[The Surgeon General’s letter was not received in time to be 
inserted. | : 
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Treasury Department, Reotster’s OFFICE, 
is July 16, 1855. ‘ 

Sir: In reply to your inquiries in relation to the coasting trade 
of certain Atlantic ports with the ports of the United States on the 
Gulf of Mexico, I have to say, that an examination of the returns 
in this office exhibit the following results: 

The number and tonnage of vessels that cleared from Boston, 
New York, Philadelphia, and Baltimore, coastwise for the Gulf ports 
of the United States, during the fiscal year ending June 80, 1854, 


was as follows: 
No. of Vessels. Tons. 


Boston. {4.2847 o6 BS ONCE eraen 240) 118,638 
New York ....... J O006 AGGHOMEO pee ASR 48] 289,973 
Ehiladelphianseepresne ane y Gace a acon! 104 30,744 
Baltimore ene ee ee ibe Sty 14,023 

DHA porepatoumentee tice. 56 liek oe bose 882 453,378 


Making an aggregate of eight hundred and eighty-two vessels, 
with a tonnage of four hundred and fifty-three thousand three 
hundred and seventy-eight. 

The amount of domestic produce cleared from New Orleans for 
the same ports of Boston, New York, Philadelphia, and Baltimore, 
during the same fiscal year, amounted to an aggregate of seventeen 
millions six hundred and sixty-three thousand four hundred and 


twenty dollars, viz: 


BostonitetrewieRos siecle cise. coe te a a $6,789,279 
ewig ViOrltre misters hi civisfe ss Goes sieee  wk 8,657,087 
Philadelphia ........... A HanhH Ant Leone psonasue * 1,446,870 
Baltimorer irate cer vec. cus ete ta 770,186 

: $17,663,422 


Iam, very respectfully, &c., 


F. BIGGER, Register, 
Hon. Davin L. Yuturr. 
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Orricr or THE Guose Murua Insurance Company, 
New Yorx, June 15, 1855. 


Dear Sir: In answer to your inquiries as to the present rate of 
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premium on sundry risks, I refer you for the same to the schedule 
below, viz: 
From New York to New Orleans, sailing from October 10th to 


JULY LO He iiete lerstere:s leve vlote ol orci siotale ices came cioeicnnte 14 per cent. 
From July 10th to October 10th................. 2 66 
From New York to Savannah, by sail-vessels....... Ri 6 
Do. do. by steamers......... epee 
From New Orleans to Liverpool, sailing from February 
Ist to July 20th; on cotton.... ces secccccccccs 16 eae 
Do. dose: ON tODACCO s:o'c's els e'e oiler elles . 1s cc 
Sailing from July 20th to February Ist; on cotton... 1 <« 
Do. do. - do. on tobacco... 1? cc 
From Savannah to Liverpool, sailing from March Ist 
to November Ist; on cotton......... Peteretstete Se ae 66 
Do. dOs#ON*tODACCOFs «were oc crcle cio cciet te 1 sc 
Sailing from November Ist to March Ist; on cotton.. 1 6 
Do. do. do. on tobacco. 14 a 
Very respectfully, : 


M. SHUBRICK, Vice President. 
Hon. D. L. Yuuer, New York. 


¥ 
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Wilkam Torrey to D. L. Yulee. 


PHILADELPHIA,’ June 12, 1855. 


Hon. D. L. Vora Metropolitan Hotel, New York. 


Dear Sir: Below you will find brief, but, I believe, reliable,. 
replies to the queries in your favor of 10th instant. 

I. «Will the line of communication between New York and 
Norfolk, over the air-line road, be constructed, and how soon ?” 

Reply.—lt wit be constructed; and that for the following 
reasons: 

Ist. It is indispensable to the inhabitants on the route, who are 
utterly secluded, and deprived of the ordinary means of access to 
the great cities not only, but to all parts of the country, because of 
their peculiar geographical position, and this notwithstanding that he 
character of the soil and climate fits them to become “the garden of 
the Union.” A reference to “ Wise’s district,” upon the map, will 
sufficiently elucidate its present inaccessibility. 

2d. ‘The country is remarkably fitted for the construction of 
railroads, both because of its level character, and the absence of all 
rock. 
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_ 3d. There are ample and liberal charters granted by all the 


~ States:on the line. 


4th. The people “have a mind to the work,” and in New Jersey, 
where the books of subscription to the stock are now open, are sub- 
scribing with remarkable liberality. In Delaware and- Maryland 
they promise to do well, while in Virginia there is no doubt that the 
State will, as usual, take three fifths of the stock, as the peninsula has 
hitherto borne its full share of internal improvement, while never yet 
receiving a grant of a dollar on any work within her bounds. 

oth. It will be the grand highway between the South and North: 
and as the cost of construction will be light, and, from the level 
character of the road, the cost of running moderate, it must be a good 
paying stock. This is the general conviction; and the results will 
be seen in the speedy completion of the work. We shall commence 
prior to first September next, and finish, doubtless, much within three 
years from that date, 7 

IT. «What is the distance, and in what time do you expect to 
perform the service from New York to Norfolk ?” 
* Reply.—The following are the distances; in all cases overrating 
them to make even numbers : 


Miles 
New York to Jersey shore, in Raritan 1 dodanie Hennig aes 20 
Delaware Bay, inside of Capesiye cess cee DadoO Hoos SE 12 
Chesapeake Bay, if from Cherrystone to Norfolk............. 45 
77 
Chesapeake Bay, if from Cape Charles ........, OOb0GaGr 35 
67 
Chesapeake Bay, if from Cape Charles to Lynhaven Bay ..15 
| Ag 
Railroad in New Jersey............. Gloves! eiefaleisleleis sietere eter: 115 
Railroad on peninsula to Cherrystoness. snc at aes e110 
Do. do. Cape; Charles: ie. oo he one te 8 125 
Do. if from Cape Charles to Lynhaven Bay and thence 
tor Norfollcemerei ecole get ene BO) sroleteretehetaterste 8 
357 
The result is summed up as follows: 
; : Miles 
If to Cape Charles, and thence to Lynhaven Bay: land...... 248 
WALETI (ore eco 47 
If to Cape Charles, and thence to Norfolk; land =: seca se. e). 240 
WOLET ocicic cic occ « 67 
if to Cherrystone, ad thence to Norfolk MAAN staretetereeinic eters 225 
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Taking the first and most probable route, we may, on our level 
road, which will nowhere exceed fifteen feet to the mile, and nearly 
one hundred miles of which will be actually level, certainly attain a 
speed of considerably over thirty miles to the hour. On the water 
we can rely on fifteen miles to the hour. These data will bring our 
time within say— 


248 milesirailroad stecsteteie ciciclore neice een ee: 8 hours. 
AT miles: water ics cecil cctic ese eee Selatetene ao «8 
‘Time lost: by: transfersivcces clelelecis a sehels cere eles bi 
12 44 


The above is furnished after consultations with experienced men 
both on railroads and on steamboats, some of whom are perfectly 
familiar with our route. 


Very respectfully, yours, : WILLIAM TORREY. 
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Letter from Mr. George Steers to Mr. Yulee. 
- New York, July 2, 1855. 

Dear Sir: Your letter of the 28th ultimo has been received, and 
contents noted. In answer, I would state that if my discretion in the 
construction of steamers, both as regards dimensions and cost, shall 
be unlimited, I will guarantee that the vessels to run from New York 
to Fernandina, and from Fernandina to Charleston, shall have a 
speed of eighteen nautical miles per hour; and those from Cedar 
Key to any point in the Gulf, to have a speed of twenty nautical 
miles per hour. ‘The safety, comfort, and accommodation for’ passen- 
gers to be unsurpassed by any steamers in the world. 

I have the honor to remain, very respectfully, your obedient 
servant, 


GEO. STEERS. 
Hon. D. L. Yutrr, Metropolitan Hotel, New York. 
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